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AGE RESTS LIGHTLY when the workmanship is of the best, be it in metal or in stone. The Rolls-Royce, a 30-year-old 
20 h.p. tourer, already has 300,000 miles te its credit; it is seen in the village of Beckington, in Somerset 


LETTER TO THE EDITOR. 


C1010 Greenaway, 
Milsons Point, 
SYDNEY. 


Dear Adrian, 


The recent essay on the Palfreyman Collection glossed over an import— 
ant Twenty to call "interesting" a car which is fitted with a very 
pedestrian body. 


Adminittedly, the "uninspiring black three speed towing car" looked 
very grubby when I saw it in Sydney recently. It was covered in years 
of grime, the paint had been thrown on, including the shutters. The 
leather~work needed much nourishing. The engine has had neither 
Kerosene or spanner near it since new. 


Let me see through the dirt to the jewel beneath. The whole car is 
completely original. The body is an early Smith and Waddington tower 
which is fitted with a slanted screen, a minature of the one fitted to 
Bill Fleming's Smith and Waddington Ghost. The scuttle is long and 
elegant and the twin cowl style of coach work is suggested. The rear 
of the body has the best Smith and Waddington curve set to it and the 
whole is executed in the very best of workmanship. This tower is one 
of the few existing examples of good Australian coachwork. ‘The chassis, 
itself, has the added advantage of being an example of Sir Henry's 
original design, being built before the Twenty was compromised by 
convention. 


The car, complete, retailed at £1750 and was the standard Rolls Royce 
offered by Dalgety's in the early ‘20's. Many cars exactly like this 
car were sold but this is one of the very few to escape rebodying and 
modification. 


David Davis. 


“CLASSIFIED ADVERTISING ” 


“MINT CONDITION ” “PARTIALLY RESTORED ” 
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AROVE: 

1928 P 1 96 AL 

RIGHT: 

1926 20 H.P. COUPE 81 GDK 
1924 S.G. SEDAN 6TM 

1932 P 11 SEDAN 104 MS 
1959 S.G. SEDAN SKG 55 


IN THE LAST EDITION OF THE 
MAGAZINE BELL FLEMING WROTE 

ABOUT MR.P.A.PALFREYMAN'S 
COLLECTION OF CARS AT INGLESIDE 
QLD. SOME FURTHER CARS HAVE 
SINCE BEEN ADDED SO TO BRING YOU 
UP TO DATE WE ARE INDLUDING THESE 
FURTHER PICTURES 


LEFT: 
CAR BARN AT INGLESTDE 90' x 50° 


at 3/7/63. 


RUN _TO GEELONG: 


On Sunday 15th September, the Victorian Branch had an outing 
to Geelong - 45 miles from Melbourne. The object of this Rally to 
Queens Park in Geelong, was to meet some of the enthusiastic Members 
of the Viotorian Branoh, residing in that area. 


Thirteen Rolls-Royces and three Bentleys participated in the 
Rally, and first oall, after a very enjoyable drive down the beautiful 
new twin highway to Geelong, was at the home of Club Member Val Stooks, 
who lives in Geelong and is one of our Clubs keenest Members. 


Here, members and friends, viewed Val'ts most interesting 
collection of Veteran cars., namely a 1911 Silver Ghost London-to- 
Edinburgh Tourer, with a body by J. Holmes and Sons of Derby. This 
Car is one of the six original Londonsto-Edinburgh experimental cars 
and was the personal car of Claude Johnson, The Car, with its original 
body caused great interest, as it is the only original Londonetoe 
Edinburgh body in Australia 


We also viewed Val's 1910 Silver Ghost = Chassis No. 1230, 
1921 Silver Ghost - Chassis No. 142LG and 1924 Silver Ghost = Chassis 
No. 46AU. 


In addition to which Val has a delightful De Dion Bouton. 


After leaving Vals, we drove in line to Queens Park, which is 
in a delightful setting, near a river, where the Geelong boys had 
prepared a fire for us for a barbecue lunch, We spent a most 
enjoyable day here and attracted many viewers to our Cars and answered 
the usual questions. 


We then participated in some competitions with our cars and 
winner of these events was none other than that old fox at the wheel « 
Leighton West. 


From the barbecue at Queens Park, we moved to Ceres Lookout 
and after half an hour viewing the beautiful sights from this lookout, 
we motored back to Melbourne after an enjoyable day . 


The enclosed photo was taken by the Geelong Advertiser in 
Geelong and shows Jim Cooper's 1914 Silver Ghost, Chassis No. 4OYB, 
Terry Bruce's 1925/20 = Chassis No. GLK62., the writers 1933 Phantom Il = 
Chassis No. 93MW and Leighton West's 1936 Phantom 111 = Chassis No, 
3AZ 57. 


David Jones. 
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An S.III on the Continent. 1963. 


By Group Captain T.F.U. Lang, A.F.C. 


There is always a feeling of supressed exoitment when taking delivery 
of a new motor car, whether it be a Mini-minor or a S.III Bentley. 


In April of this year my wife and I, after four weeks of skiing in 
Switzerland, flew to London with the express purpose of taking 
delivéry of our Bentley from Messrs. Rolls-Royce. On 27th April it 
was ready and waiting for us in their Conduit Street Show Rooms. 

After the necessary signatures etc., I drove it out of their front 
window, fortunately someone had remembered to open the window}! 
Having loaded our baggage into the spacious boot, we set off for Dover 
to connect with the midnight Steamer to DUNKERQUE. (There are better 
ways of crossing the Channle, such as by Silver City (British United 
Airways) Air Ferry, to LE TOUQUET or OSTENDE; later it is possible to 
be flown to BAIE or to the southern area in FRANCE, thus saving many 
road miles and fatigue. Another method, after ist June, is to take 
one of the Train-Car Expresses, with Sleeping Car accommodation, and 
wake up to find oneself as far afield as AVIGNON, or BERN, among other 
destinations). We had, however, decided on the night boat, so as to 
have a good run on the Sunday. 


We had been advised NOT to travel at more than 70 mph for the first 
500 miles, as the tires had to be run-in} As the speedometer read 

350 miles when I drove it away from Conduit Street, our progress at 

a high cruising speed was not unduly restricted. By the time we had 
reached DOVER, the mileage read over 420 miles. In the small hours 

of Sunday we docked at DUNKERQUE, where we were told that we had to 

be ashore with the car as soon as possible as the Customs Authorities 
would only stay for the minimum time. At 4.45 am (1), we were clear- 
ed through sjl formalities and found ourselves wending our way through 
the Docks, with liberal sign-posting to guide us. We were the last of 
a fleet of oars ashore, which included two large bus-loads of Tourists. 


Our intention was to drive to the SWISS Frontier that day, provided 
everything went according to plan. Much depended on the French roads, 
as we had been told that the winter treeze-up had caused havoc to all 
roads in Europe. (We were to experience this later). It was dark 
when we started, and for the first three hours we progressed rapidly 
with full headlights, as there was very little traffic on the roads. 
Slowly we overtook the other cards and buses in the fleet; strange to 
say, the two Buses, although they had only had about a ten minute lead 
on us, were not over-taken for about 45 minutes. Finally we were in 
the lead and heading along the road to ARRAS, LAON, RHEIMS, CHALONS a 
MARNE (Route National No.37/44/67)}. By dawn we had completed 150 miles 
and were rapidly approaching RHEIMS, where we hoped that we could find 
somewhere to have breakfast. However, I chose the by-pass route, and 
so missed the centre of the City where there were many inviting Hotels. 
By the time we realised where we were on the other side of the City it 
was too late, so we decided to stcp in CHALONS, which was, at our cruis-— 
ing speed of 65 mph, only about an hour away. In due time after filling 
up with "Essence" from Shell with the French Petrol Coupon Vouchers (a 
great boon to the motorist in France) we found a typical French Cafe, 
where the coffee and rolls were very acceptable. We were glad of a rest 
as we had covered about 200 miles in the four hours of motoring, and 
even on Dunlopillo seats, one can feel the chassis underneath! 
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FRANK MEEK'S 1921 S.G. 

G. SEVENOAKS' 1928 Pl 

AND OTHERS OUTSIDE THE 
ART GALLERY , SYDNEY 
BEFORE THE START OF THE 
1963 RALLY TO PALM BEACH 
AND COAL AND CANDLE CREEK 


FOUR FINE EXAMPLES 

OF TITE ‘SMALL ROLLS' 

AT AVALON ON THE 

PALM REACH RUN. ON 

THE LEFT IS STAN NASH'S 
20 H.P. COUPE 


DR. ERIC MARSHMAN OF 
BOWRAVILLE N.S.W. 
caine DROVE TO WAGGA WAGGA 
re 1 ’ FOR THE FEDERAL RALLY 
ST 4 : IN THEIR PHANTOM I 
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Half an hour later, with my wife taking a two hour spell at the wheel, 
we were On Our way again. It was now about 9.30 am. and even at that 
hour on a Sunday the roads were very devoid of motor traffic (no doubt 
the Frenchman likes a long lie-in on a Sunday, too!). Our road was 
straight and well-surfaced, so our average was high, even with our half 
hour at CHALONS, we were maintaining an average speed of about 45 mph. 
So smooth was the road surface that I was able to film the countryside 
(at 24 frames a second, for the benefit of movie-camera owners! )3 the 
country was looking its best, with the late spring and all the early 
flowers and blossom in full bloom. At about 13.350 pm we decided to look 
for a suitable place for lunch. We had not been on this road since 1937 
and knew that there might be a lack of good Restaurants in the area. 
However, times have changed and on the main road outside VESOUL, we 
found a very delightful French Restaurant, where the food was excellent. 
We stayed an hour, and were once again glad of the break in our journey, 
as by then we had been eight hours on the road and about 330 miles from 
DUNKERJUE. 


Duly adequately fed, we drove on, with the road now becoming slower as 
we were in the higher ground of France (Route 19). Our speed naturally 
fell off, and while we had to drive more slowly we were able to enjoy 
the glorious scenery; by now also there were many more cars on the road, 
and being Sunday one does tend to find erratic drivers at the most 
unexpected places, particularly on blind corners, where the French 
driver is in his element!!) Just as we were beginning to feel anxious 
about our petrol supply, (there had been a dearth of ACCEPTABLE Petrol 
Stations in the ezea) we found ourselves at the SWISS Frontier. Form- 
alities were very brisk and in three minutes we were waved on with the 
minimum of examination. A nearby Petrol Station replenished our tank, 
and showed an average consuption of about 16 mpg, which at a normal 
cruising speed of 55-65 mph, was very satisfactory for our V.8 engine. 


BALE was. our Frontier crossing and we found the whole City flagged with 
the Canton and SWISS Flags. There was a large Trade Fair in progress, 
and so our hotel accommodation, (we had not made a prior reservation), 
was a slight headache. But the co-operation of the Recepttan Staff at 
the Euler Hotel put us in touch by telephone with the "DREI KONIG" which 
stands on the bank of the RHINE. A very delightful hotel to stay at, 
with lock-up Garage accommodation, as it is not wise to leave one's car 
in an open space, even in Switzerland! Our total distance was 450 miles 
in twelve hours including ALL stops for breakfast, lunch and petrol? 


Our journey the foiiowing morning was a short one as we were making for 
WADENSWILL, a few miles along the Lake from ZURICH. Traffic was very 
heavy, as this was Monday morning, and the main road was narrow most of 
the way. We drove through the Swiss country-side with the fields look- 
ing very lush in the Spring, and the farmers busy with their daily tasks. 
We took the by-pass road along the edge of ZURICH, and eventually came 
out by the Lake. We reached our destination about half an hour later, a 
leisurely day. 


Our plan was to stay two days in WADENSWIL to prepare for an eight day 
tour of Southern France and North Italy with a Swiss friend. At the 
same time the car was in need of a good wash and polish, although there 
had not been any rain on our first day. Later it transpired that the 
car had been washed by seven keen Swiss employed by the Swiss family 
with whom we were staying!! Surely a record?é 
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We were later told that they had never seen a Bentley at close quarters 
and wanted to have a good look!! ‘Two of them were given the opportunity 
of driving the oar, and it was extremely amusing to see their expressions 
as they tested the new car. The Head Chauffeur had a grin across his 
face as he accelerated to 80 mph in a few seconds, all the time saying 
"Schon" ("Wonterful") out loud§ From then onwards the car was always 
being washed and polished by an eager team of admirers! 


On ist May we began our tour with our Hostess, the boét comfortably full 
with our baggage and an attra¢tive lunch hamper including a small bottle 
of ohampagne} The idea was to duly "christen" the car that day at lunch! 
Our route was a cross-country one, to BERN, GENEVA and a night stop by 
the LAKE of ANNECY. (Anyone wishing to drive through Switzerland from 
Zurich to Geneva should follow the main highway). We stopped short of 
BERN for our lunoh, a typical and attractive Swiss meal in a small 
forest off the main road, where the car was duly filmed while champagne 
(a few drops) were poured onto the radiator! The roads were good and we 
were able to use part of the new Expressway road which will eventually 
link up GENEVA with the East side of Switzerland. At the moment it is 
only completed in sections, but by. summer of 1964 more mileage should be 
open, partioularly near GENEVA. BERN is an attractive City with its 
clock towers and arcades of shops, full of the most inviting things to 
buy...-OrEATS We stopped long enough to acqutre suitable cakes for our 
tea! We avoided the direct route to GENEVA via LAUSANNE, as traffio was 
heavy, and chose a delightful scenic road to the north via MURTEN, 
YVERDON, COSSONAY and ROLLE. This route eliminated the heavy traffic on 
the main roads, so we found few cars" in the area, and only an occasional 
farm wagon or herds of cows returning to their barns for the night. 


Once again we passed through a very cursory French Customs examination 
south of GENEVA and were heading for ST JULIEN and ANNECY, where we 
planned to stay the night. By now it was dark with clear skies, so we 
did not see very much of the mountains above us. In due course we arriv— 
ed at our Hotel, "PERE BISE" on the east shore of the Lake. Our dinner 
that night was excellent. And so to bed after a relatively short-day of 
mileage, but we were now ih no great hurry as scenery was our main 
interest. 


On 2nd May we continued through the mountains to ALBERTVILLE with picnic 
lunch at the Monastery of CHARTEUSE, CHAMBERY and then on to ROUTE NO. 7 
south through VALENCE and MONTELIMAR, world famous for its Nougat! We 
stopped for an hour in AVIGNON, looked at "Le Pont d"AVIGNON® which is 
in danger of collapsing under the erosion of the RHONE, and so after 
twisting and turning tirough the ultra-narrow streets of the City, we 
headed south for LES BAUX in PROVENCE. .Our destination for the next 
three nights was to be "L'OUSTEAU de BEAUMANIERE", an excellent Hotel 
where the cuisine is superb, and the accommodation very comfortable. 
There is much to be seen in this area, ARLES, NIMES and the CARMARGUE, 
where one is sometimes fortunate enough to see Flamingos nesting. This 
is the area where the French Bulls are bred, and where we saw the 
obvious origin of the Amerioan cowboy. The same saddles, clothing, hats 
and high heel boots which have been the national costume of the Frence 
herdsman for centuries, long before Christopher Columbus took his 
Pilgrims to Americal! The drive down into the CARMAGUE and along the 
sea coast to Les Saintes-MARIES is very delightful, even though part of 
the road 1s very rough; however, the "“Hard-ride" of the Bentley helped 
to keep the springs under control} 


On Sunday, Sth May we continued our journey towards MONTE CARLO, but 
instead of taking the main road, N.7., to CANNES, we decided to turn 
off at AIX-en-PROVINCE and travel through the CANYON de VERDON. For 
those who are in no hurry to reach the "COTE d*AZUR®, this is the most 
delightful route to follow. ‘The roads are good, and the seenery in the 


Canyon is magnificent. ao eendtcncdesienaRe. 327 


THE FIRST ROLILS-ROYCE V-8 


A V-8 engined car was first built and sold by R-R in 1905. It is believed 
that only three cars were completed. One chassis No. 80500 was despatched 
to C.S. Rolls and Co. on 24st November 1905 to be used as a show car. 
Another, Chassis No. 40518 was despatched on 2nd April, 1906 to Sir 

Alfred Harmsworth (later Lord Northcliffe of newspaper fame). 


The Harmsworth car is illustrated on the opposte page and it was known 
as the "Legalimit". To Sir Alfred's special order the car was governed 
so that it would not exceed 20 M.P.H. It was in 1905 that the speed 
limit in England was increased from 12 to 20 M.P.H. but police traps 
were actively operated to enforce the limit. 


The "Legalimit" was available with different types of coachwork but it 

was principally promoted as a town brougham in competition with the 
popular contemporary electric brougham. The R-R V-8 eliminated the 
drawback of lack of range between battery charging but for various reasons 
it was not a success and was withdrawn with the introduction of the "one 
Car policy" when the 40/50 was planned in 1906. 


The engine was slung very iow in the frame and in the town brougham 
version the steering was situated very weil forward. ‘Thus the driver 
was situated exactly as the drivers of modern coaches and buses with 
a full and uninterrupted view of the road. It was a remarkably sweet 
engine, there was no noise, no fuss but alas, no speed! 


An outstanding feature of the 1905 V-8 Rolls Royce engine was that this 
was the first to have pressure feed to the crankshaft bearings. All 
previous Rolls Royces and Royces had gravity drip feeds. The pressure 
feed became standard on the 1907 40/50 (later called Silver Ghost). 


The cylinders were cast in pairs. ‘The eight cylinder 90° Vee engine 

had interchangeable inlet and exhaust valves, all on the same side of 

the cylinder. The crankshaft was a solid forging of nickel steel. ‘The 
fuel was fed by exhaust pressure to the carburettor, which had a special 
design of automatic extra air valve. <A governor acted upon the throttle. 


Two independent systems of trembler coil ignition £d the two sides of the 
engine. A publicised feature was the cooling system with water pump, 
radiator and fan. The radiator was made of solid drawn copper tubes 

with brass plates as cooling surfaces which were considered superior to 
the numerous soldered joints in the honeycomb radiator. 


It is believed that the company recalled and destroyed the only three 
cars that were released. 
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This—-another entirely new form of motor carriage, the first of which was built by us to the special order of Sir Alfred 
Harmsworth, Bart., (compiler of the Badminton Book on “ Motors,” etc.)—has been brought out in response to the cry of the 


moderate motorist, for a motor vehicle which he can run continuously at the limit of speed allowed by law, and maintain an 


average of 20 miles an hour, without having to go slowly up hills and exceed the legal limit down hills. 


The Rolls-Royce “ Legalimit '’ Car is fitted with an 8-cylinder engine of a similar type to that fitted to the new ‘‘ Landaulet 
Par Excellence “ but placed in the usual position under a bonnet in the front of the dashboard. The car is designed to maintain a 
constant speed of 20 miles per hour, up-hill, down-hill, and on the level, without changing gear. The engine is devoid of noise and 


vibration, and the Rolls-Royce system of lubrication and carburation, ensures the exhaust gases being entirely smokeless and odourless. 


PRICE, with 2-seated phaeton body by Barker & Co., upholstered in best Morocco or Buffalo Hide, painted in 
colours to choice, with leather hood, patent leather wings, fixed or disappearing back seat, and detachable 
glass wind screen ; also including tyres, best brass English-made “‘ Rolls” dash lamps, brass horn with flexible 


£1,160 


tubing, regulation tail lamp, set of tools and spare parts, lifting jack, tyre pump and repair outht - 


NOTE.—Prices of the “ LEGALIMIT ™ car fitted with other types of carriage bodies may be had on application. 
Prices of this body mounted on types of chassis are given on page 94. 
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THE NEW R.-R. “LEGALIMIT”™ (WITH 8-CYLINDER V-ENGINE). 


THE ILLUSTRATIONS ON THIS AND FOLLOWING PAGES HAVE BIEN 
REPRODUCED FROM TIVE ROLLS ROY CE CATALOGUE FOR 1906, 
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The Vee 8-cylinder engine fitted to the Legalimit. Nominally of 20 hp, it was a 
‘square’ engine, bore and stroke both being 83 mm. 

The engine was governed to give a maximum speed of 20 mph in top gear, its fuel 
consumption was 154 miles per gallon with full load. The pear-shaped throttle governor 
casing can be seen on the top right hand side of the timing gear cover. 

This was the first Rolls-Royce engine to employ pressure fed lubrication for the 
crankshaft bearings, a feature embodied in all subsequent types, notably the 40/50 hp 
Silver Ghost type. 


THE R.-R. (8-cylinder) TOURING CAR 


(With Invisible V-engine). 


@ 


The chassis and mechanism employed for this type of car is the same as that of the new “ Landaulet par Excellence,” 
that is to say the car has all the advantages of silence, perfect balancing, and absence of smell and smoke. It is designed, 


like the “ Legalimit,” to run everywhere on ordinary roads without changing gear. 


PRICE, with carriage body by Barker & Co., to seat three persons behind and two in front, luxuriously up- 
holstered in best Morocco or Buffalo Hide, painted in colours to choice, with patent leather wings, 
patent leather swan-shaped dash, Cape cart hood, also including tyres, best brass English-made “Rolls” 
dash lamps, brass horn with flexible tubing, regulation tail lamp, set of tools and spare parts, tyre 


pump and repair outht = - - - . - £1150 
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THE R.-R. “LANDAULET PAR EXCELLENCE.” 


THE R.-R. 8-CYLINDER TOURING CAR. 
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a The R. R. - Landaulet Par Excellence’ * continued. “>. "a. 
(8-Cylinder Invisible V-Engine). i we 


ene —— 


The New Rolls-Royce “ Landaulet Par Excellence,” which is the first Petrol-driven Carriage to obtain the smoothness 
of running, silence, and other advantages of the Electric Carriage, may be described briefly as possessing the following unique features: 


The engine, which is the result of a large amount of time, money, and experiment devoted to the subject, possesses 8 cylinders, 
arranged in pairs V shaped (that is, each pair of cylinders forms a V), the two connecting rods working on the same crank; a simple 
four-throw crank shaft being employed for the 8 cylinders. We claim that this is the first practical engine which is perfect in balance 
and therefore entirely shackless, the turning movement being so even and sustained as to make any vibration of the engine impossible. 

The supply of oil to the engine is regulated by a new an: special form of forced lubrication which is automatically adjusted by the 
speed of the engine, and is therefore not dependent upon the caprice of the driver. 

The new Rolls-Royce carburettor secures an absolutely perfect carburation and combustion at all speeds of the engine. Assurance 
is thus obtained against the emission of either smoke or smell from any cause. 

There is no bonnet, and the engine is not in front of the dash board, nor is it under the driver's seat, but is placed under the driver's 
floorboard. It is designed so as to be exceedingly small and compact, and it is so placed as to be invisible and entirely insulated from 
the interior of the car, but at the same time easily accessible. The total length of the vehicle is thereby greatly reduced, rendering it 
peculiarly adapted for town use in crowded streets. 

he motion of the engine is transmitted straight to the road wheels by means of a “direct drive,” which, owing to the extraordinary 
elasticity of the Rolls- Royce engine, can be used for starting and travelling at all speeds {except for ascending very steep hills). Noise 
and shock of changing gear is therefore seldom, if ever, heard or felt, and there is no grating or humming of gear wheels or rattling of chains. 


It will therefore be seen that this new car, which marks a distinct departure 1 in automobile construction, at once constitutes an ideal 
open or closed vehicle for London work, and a luxurious private carriage for use at a country house or for touring at home and abroad. 


PRICE, with double landaulet body by Barker & Co., to seat four persons comfortably inside, and two outside, 
upholstered in best Morocco or Buffalo hide, painted in colours to choice, patent leather wings, patent 
leather swan-shaped dash, electric light to interior, electric telegraph and indicator for communication with 
driver, also including tyres, driver's foot bell, best brass English- made “ Rolls” dash lamps, brass horn, regulation 


tail lamp, set of tools and spare parts, tyre pump and repair outht £1,235 
N.B.—Illustration overleaf. 
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(8- Cylinder Invisible V- Engine). 


< “THE " LANDAULET PAR EXCELLENCE 4 


“An entirely novel form of town and country carriage to supersede the Electric Brougham.” 


NOISELESS, SHOCKLESS, SMOKELESS, ODOURLESS. 

General Remarks:—Its silence and absence of smoke, smell, or vibration, has made the Electric carriage deservedly popular, 
and, in fact, the ideal vehicle for purely town use. The limited range of use, however, to which the electric carriage can be put and 
its disabilities to run even moderate distances from its charging station, together with the expense in maintenance of batteries and the 
necessary charging arrangements, have put the Electric carriage out of the question for all except those who can either afford to 


keep a petrol car, or never require to take a drive outside London. 


Many attempts have been made to produce a carriage which will combine the sweet running and luxury of the Electric 
Brougham with the capabilities of speed and distance and, in fact, the independence of the petrol car, but hitherto nothing has been 
produced which will really stand comparison for town work with the Electric vehicle. The reasons for the failure of the Petrol 
Landaulet in this direction are clear to see, for their principal difficulties may be enumerated as follows : 

An engine of the usual 4-cylinder type gives a series of powerful impulses, causing shock and vibration. 

Smoke and smell through faulty combustion and crude lubrication havz called forth much disapproval of the Petrol Landaulet 
amongst persons accustomed to the Electric Carriage. 

The situation of the engine and bonnet in front of the cars renders them foo long for street traffic, and for storage in small coach-houses. 


Transmission by chains, causing a disagreeable rattling. Transmission through gear wheels which “ hum” when running and cause 
a grating noise and shock to the occupants when the changing of gear is effected (often clumsily) by the driver. 
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In fact one is advised to stay one night at MOUSTIERS, at the western 


entrance to the Canyon and then see the area from both sides of the 
enormous rift. This part of France is not over-orowded with traffic, 
which is just as well as the road, although adequate in width, does 
twist and turn round many blind corners’ For thos on the outside, 
although there is a stout retaining wall, the drop over the edge is a 
long one to the bottom of the Canyon!: ‘The day was perfect, with that 
warmth of an early summer and clear skies. Eventually we emerged from 
the Canyon and headed for GRASSE, where most of the French perfumes are 
made And so down to the coast at NICE, where we found the roads cramm 
ed with crawling Sunday traffic. vur destination for the night was 
Hotel La Reserve at BEAULIEU, near MONTE CARLO. Our next day's drive 
was along the coast to GENOA, a very tiresome and trying drive as the 
road is under repair and is being widened and straightened. Asnit is 
the only route to GENOA, we found that the traffic was extremely heavy, 
and being Italy, we soon discovered that the Italian drive, while 
world-renowned for his motor-racing abilities, still tries to emulate 
his heros by making life on this part of the Italian road system extrem— 
ely hazardous. Some sections of the road are just straight enough for 
a small fast car to overtake anything in front of it, hut even with the 
magnificent acceleration of the S. III we were frequently baulked on 
straight sections for minutes at a time. Consequently our journey took 
eight hours to complete a distance of 147 miles to PORTOFINO, which in- 
cluded having to drive through GENOA, one of the worst Cities in Europe 
to pass through. In time there will be an extension to the AUTOSTRADO 
which at present runs from SAVONA. 


PORTOFINO is a delightful, unspoilt seaside Town, at the end of a coast— 
al road. Visitors are WARNED VER to plan to arrive there on a 
SATURDAY or a SUNDAY, as the c on the roads is such, that it takes 
about 2 hours to do a journey that normally can be done in twenty minutes. 
Our Hotel was the "SPLENDIDO", situated on the side of the hill, over— 
looking the Harbour, and "CASTELLO BROWN". As we had been to PORTOFINO 
several years before we only planned to stay one night before returning 
to Switzerland. The following morning at 9 am we were on the road again, 
heading back to GENOA, and were extremely lucky to find the "Route Sign" 
for the AUTOSTRADA to MILAN. But to our surprose we found the narrow 
Autostrada crammed with petrol tankers and trailers, all grinding their 
way up the sinuoue mountain road to SERRAVILLA, a distance of 36 kilo— 
metres (about 23 miles). (Apparently it is cheaper to take fuels by 
road than by rail). Our progress was extremely slow, and at one time 

we were in danger of running out of petrol. In this area, Petrol Stat-— 
ions are few and far between, but eventually we found "SHELL" and duly 
replenished, we continued on our way towards MILAN. Once beyond SERRA- 
VILLA, ovr speed inoreased to 80 mph, as the Tanker Traffic is turned 
onto the old road. In due time, perhaps in two years, the duplicate 
AUTOSTRADA from GENOA/SERRAVILLA will be completed, thus speeding up the 
traffic, as this is the only main route from GENOA/MILAN. Our efforts 
to by-pass the centre of MILAN were highly successful until we tried to 
¥ind the COMO AUTOSTRADA. We were not to know that it branches off from 
the AUTOSTRADA to TURIN, and we have since learnt that even the citizens 
who live in MILAN have the greatest difficulty in finding the entrance? 


However, the old road to COMO was acceptable and in due time we were 
waved through the SWISS Customs Post, with the intention of finding a 
suitable place for lunch. LUGANO proved to be our stopping place, and 
after a pause of about one hour we were on the move again to the dort 
HARD TUNNEL. 


227 


Much road work was in progress so our speed was considerably reduced 
and we did not reach the AIROLO Railway Station until 5.30 pm. The 
GOTTHARD Pass was still snow-bound, and we were obliged to use the 
faster and more comfortable oar-train; about twenty flat cars connect— 
ed together where one drives on at the extreme end, following the car 
in front, until halted in line. When all available cars were on the 
train, with a shrill whistle from the electric engine, we were on our 
way, Sitting in the car. Within seconds we had plunged into the eight 
mile tunnel, and after what seemed an age we emerged into the evening 
light at GOSCHENEN. Within minutes we were off the train and travell- 
ing down the Alpine road to ALTDORF, SCHWYZ and finally to WADENSWIL 
as the sun set in a brilliant red glow on the eastern horizon. 


We stayed at Wadenswil for a day, as the car was in urgent need of a 
thorough wash and polish; once again the Staff spent a useful hour on 
the car: On 9th May we were farewelled by our Swiss Hostess, and head- 
ed through Zurich for the Swiss Frontier Post north of SCHAFFHAUSEN. 
Our destination was ROTHENBURG, south of WURZBURG, and our suggested 
route took us through ULM and DONAUWORTH, and from there through the 
attractive Town of DINKELSBUHL. Jt was a long and tiring drive, part- 
icularly as it became very obvious that we had been given a very in- 
direct route (The best route is via STUTTGART and thenRoute 14 to 
FEUCHTWANGEN, where one turns left for ROTHENBURG on the TAUBER). Our 
mileage must have been about 100 miles more than the direct route. The 
weather for the entire journey had been the worst of the journey to 
date, with heavy rain nearly all the time, so that the car looked a 
shade of its former self when we reached the EISENHUT Hotel at RHOTEN- 
BURG, a mediaeval-walled City which retains its charm and dignity 
despite the modern way of architecture of nearby Towns and Cities. As 
we had an invitation at MUNCHEN-GLADBACH the following afternoon, we 
only had the late afternoon and an hour and a half the following morn- 
ing to see the City. But we decided that we would have to return there 
in 1964, as it is a delightful historic place with much to see. 


At 10 a.m. the next morning we left for the AUTOBAHN near WURZBURG. 
This AUTOBAHN is at present under construction between WURZBURG and 
NURNBURG, and when completed (in about a year) it will provide an 
expressway from the North of Germany to the Austrian Frontier. Once 
around the City of WURZBURG we were soon on the spacious AUTOBAHN, 
where our speed rapidly increased and we were able to settle down to 

a steady 70 mph without any difficulty. Although road traffic was 
relatively heavy, we found no trouble in maintaining this set speed 
until the frost-broken road repairs north of FRANKFURT. On this sect— 
ion of our journey our petrol consumption improved to the impressive 
figure of 17.5 mpg; experience showed that a set throttle setting was 
the most advantageous way of maintaining this low petrol consumption. 
But once we encountered the road repairs, with excavations of six feet 
to form a new road bed, our speed and our consumption fell off consider- 
ably. Even so we reached our destination, B.A.O.R. Headquarters near 
MUNCHEN—GLADBACH, a distance of 260 miles in six and a half hours, 
which inoluded a half hour stop for lunch on a Lay-by near BONN. 


After a very pleasant long weekend, during which we visited BONN for 
lunch and with four-up, we achieved a speed of 100 mph without any 
difficulty. We could have increased this speed, but decided we were 
overtaking a masa of traffic too rapidly to continue to go faster. 
Jur 70 mph seemed almost too leisurely after that. 


228 


On the Tuesday, 14th May we drove to LE TOUQUET to connect with our Air 
Ferry to LYDD. Had we known it, and had the road to OSTEND been better, 
we should have taken that route. As it was, for the next 6 hours we 
travelled through the very depressing country-side south of Belgiun, 
where the main activity is coal mining and the roads made of cobble— 
stones for long stretches at a time. At CAMBRAI we turned right for 
ARRAS and LE TOUQUET, reaching there, a distance of about 289 miles in 
eight and a half hours. Our Bristol Freighter was ready about an hour 
later and having seen the car driven in to the car-hold, we were escort— 
ed to the passenger cabin for the flight of twanty minutes to LYDD. 


Our Continetal tour was over, with about 5500 miles on the speedometer, 
and the car due for its first 35000 mile inspection which Rolls-Royce 
carried out at their HYTHE ROAD Works west of London. Various minor 
ailments were dealt with at the same time and on 2nd July, having been 
able to use the car in England to visit friends and places, I saw it 
placed on to its low-loader for the final journey to the London Docks. 
From there it sailed aboard the s.s. "Waroonga" for Melbourne, and was 
duly unloaded without more than a few body-work scratches on 5th August. 


The car is now established in Victoria under the appropriate number 
plate of "H.U.T. 11133 


The = enlarged 
Showrooms at 
Conduit Street. 


1955 PARKWARD 
LIMOUSINE DE VILLE 


CHASSIS 95 TA 
FORMERLY OWNED BY 
SIR AYNSLEY BRIDGLAND 


ONE OF THE LAST 
PHANTOM II's TO 
BE PRODUCED 


21 FEET LONG 
AND 56 CWT 


BORE 4% INS 

STROKE 5% INS 

CAPACITY 7.668 
LITRES 


MODIFIED REAR 
MUDGUARD REPEATS 
THE LINE OF THE 
FRONT GUARDS 


STEWART ROWE HAS RECENTLY PURCHASED THIS 1935 PARK WARD P ll, 
LIMOUSINE DE VILLE FROM PETER CROOKE OF PRESTOX, VICTORIA WHO 
DESCRIBES THE CAR. 


Year of Manufacture: 1935. 


Coachwork: Park Ward. 
Engine No.: JE 55. 
Chassis No.: 95 TA. 


"I can remember, with eight people aboard travelling from Salzburg to 
Munich before the war, and with all their luggage, getting over 480 
miles per hour on the autobahn". 


So enthused the original owner of this car, when he wrote to me a few 
months ago concerning its early hisotyr. And there is no doubt that 
this beautifuly vehicle has retained its ability to arouse enthusiasm, 
despite the quarter of a century that has passed. 


The car was delivered to Sir Aynsley Bridgland in london early in 1935, 
at a cost of £3500 Sterling. It was in his possession for 18 years - 
until 1953, and covered 105,588 miles. During this time it was serviced 
at the London R.R. Service Depot in Willesden. In the first five years 
of its life, the car covered 68,000 miles, but during the next five 
from 1940-45, only 150 miles. Such were the restrictions on private 
motoring during the war. 


Sir Aynsley is a staunch supporter of the Crewe product, and this on in 
particular. He says in one letter, "I have had, since 1932, at least 
seven Rolls cars and would not have any other. I must say that of all 
the Rolls that I have had it was the one that I parted with most reluc- 
tantly". 


Throughout the period of his ownership, Sis Aynsley left the mechanical 
care of the car entirely in the hands of the London Repair Depot for 
Rolls Royce, and from them, through Mr. V.d. Sumpter, I received a 
highly detailed and complete record of every service the oar received 
while in Sir Aynsley's possession. 


I have not yet been able to track down the car's movements between 1955 
and 1960 when it appeared in Perth. I have been told thet it was brought 
over on a R.N. Cruiser as the captain's personal transport while in port. 


In January 1964 I purchased the car from a Perth businessman who said he 
had taken it in part payment for a late model Bently from a Ship's Engin- 
eer. His description of the car was glowing, and the speedo ready only 
42,000 miles, but I relied mainly on a report from the Perth R.R. repres— 
entatives. This proved most optimistic, and as soon as the semi. arrived 
with the enormous dark blue and black car, we realized we were faced with 
an extensive rebuilding programme. 


To begin with, the total mileage at this point was 142,000. The mechanic 
al work which had to be done included complete chassis overhail, brake 
reline and the fitting of power steering. The motor received the complete 
works — crankshaft grind, line bore, new mains, big ends and gudgeons, 
and pistons and rings. The bores were sleeved, valves refaced, seats 
ground and the head planed after corrosion in the alloy was repaired by 
welding. The camshaft and followers were stellited and ground and the 
011 pump rebushed. 
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fhe engine rebuild was done in two stages. The main bearings were 
first thought to be good enough, and they and the crankshaft were 

not dealt with. The car used oil at 25 miles per pint, and the oil 
pressure faded with sustained running to 15 psi, and after a few 

miles, ran two of the new big end bearings. This grievous trouble was 
completed cured by new mains, a shaft grind, and the fitting of oil 
control rings in place of scraper rings. The moral of the tale — don't 
neglect the mains in an engine rebuild. 


All auxillary equipment was fully serviced, and new tyres were fitted 
all round including the two sidemounts. 


The body of the car was in quite incredibly good condition, and com- 
pletely original in every respect. We replaced worn leather on the 
front seats, and touched up some woodwork. The rear compartment with 
its occasional seats, push button radio and wind-down division was 
almost as new. The carpets showed no wear at all. 


The rear aspect of the Park Ward body did not match the sweeping 
lines of the car, and so was rebuilt with a large boot and length- 
ened rear guards. 


Luoas lights were fitted in place of the Zeiss units which were orig— 
inally on the car, and finally a very oareful paint job was done, 
the colours being paprika red and grey. 


ROAD PERFORMANCE: 


The car is now run in. It cruises effortlessly at 70 m.peh., con= 
suming petrol at the rate of 10 m.p.g. O11 pressure is 12 psi at 
idle, 25 psi at 20 mp.h. and 35 psi at 70 m.p.h. O11 consumption 
is between % and 4 hundred miles per pint of Castrol XL. The engine 
temperature rarely exoeeds 65 degrees Centigrade. 


It is quite an experience to drive an 8 litre motor vehicle, 21 feet 
long and weighing 56 cwt. ‘The power steering is precise and feather- 
light and completely free from road shocks, the brakes are superb, 
and the clutoh is like butter ona hot crumpet. Acceleration is quite 
rapdi and very smooth, and despite the car's great size, it will 
comfortably hold its own amongst fast traffic. Cornering at speed 
produces definite body roll, but the wheels remain firmly planted 

and the machine feels very safe. The addition of a strong anti-roll 
bar would be worthwhile, but one hesitates to meddle with Sir Henry's 
design. The suspension is firm, with some pitch on rough :roads, but 
on good surfaces one progresses in utmost comfort. 


The car is now im daily use and will centinue to give pleasure to 
Many people for many years to come. 
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BEDFORD CORD SEATS 
AND CARPETS STILL 
SHOW NO SIGNS OF 
WEAR AFTER 28 
YEARS SERVICE 


NEW MAIN BEARINGS 
AND BIG ENDS AND 

A CRANKSHAFT REGRIND 
WERE NEEDED TO 
RESTORE SATISFACTORY 
OIL PRESSURE 


TED WARD OF GLENROY, VICTORIA IS ONE OF THE VERY FEW ROLLS ROYCE OWNERS 
WitQ HAS COMPLETELY BUILT A FIBRE GLASS BODY AT HOME. WE SUSPECT THERE 
WAS MORE SKILL REQUIRED THAN IS REVEALED BY THIS MODEST STORY, 


I am honoured that I was even considered to the task of an 
article for the Quarterly Magazine. I would point out as you will no 
doubt see, I am no Charles Dickens, but will try to do my best. 

I am not an expert on Fibre Glass as it is only a hobby 
with me for the building of a car body for my Chassis. It came about 
I was to restore a Sedan, but the wood was so rotten that I was forced 
to get rid of the body and start anew. I could not get a body builder 
to build me a frame at a cost I could afford, so I then decided I would 
build a body of Fibre Glass, where the cost would be Materials, your 
own labour cost nothing, and there was no hurry when the job has to be 
done. 

Firstly we had to build a body out of Plaster, that was no 
easy task, for we were for-ever finding out we were wrong with our 
measurements. The reason turned out to be the Plaster was shrinking, 
we soon were able to rectify that by building a frame like a bench. 

It was made dead square with a centre point and all measurements taken 
from it by Level, a Straight Edge, Square and a Plum-Bob. The body 

was built right around the Bench, the sides were m de by cutting 
Templates out of Masonite, Steel and Cardboard. Marks were Plum—bobbed 
onto the Floor and pieces of wood plastered onto the floor to follow 
Plum marks, this acted as a runner for bottom of Template to follow, 

the top having been made from fixed points on bench top. The building 
of plaster body was by trial and error, as we had no previous experience 
in this new field. 

Finally body was finished in plasteg and Shellaced to fill 
the pores in the plaster, then it was Wax polished until it shone. We 
now had one complete Male mould. 

The Female mould was taken from the male mould, it was made 
in sections on top of male mould, let stand for some few weeks to dry. 
It was then removed and assembled in reverse to the sequence in which 
they were made. Ist. 2nd. 3rd. sections to be made on male mould, now 
were removed, 3rd. 2nd. Ist. and assembled in that order. We now had 
a Female mould of a shell of Car Body. It was then polished and 
ready to take the Glass. 


I will take this opportunity to say what Fibre Glass is. 

It is real Glass produced in a form that over-comes the natural brittle- 
ness of sheet glass. The convienient form from which it is processed is 
that of a marble approx. 7/16" in diameter, which has been found to be 
the most suitable shape for the machine making the filmament, which is 
produced usually in 3 sizes. -0002I" -00028" ~- 00035" diameter, he 
number of fibres twisted into one thread, (the yarn) range from 102-204 
with the application off a substance used as a lubricator. This yarn 

is either woven into cloth or cut into 2" lengths for making Chop Strand 
Matt. 

Getting back to the plaster mould, it was first coated with 
a Methol Base Release Agent, so as to make it easier to remove the finished 
product. Twenty-Four hours later, after the release Agent had dried, the 
first coating of Resin with colour Pigment added was painted inside mould. 
Before it was allowed to get completely dry, Tissue was laid, then the 
first layer of cloth was applied, and all Air Bubbles removed. We allowed 
this some days to cure so as other things like earning a living had to go 
on. Then the next layer was chopped strand Matt, then another layer of 
Cloth was added. It was given a week to cure, then the Shell of the body 
was ready to be removed. 

I would like to point out that the finish is good only if the 
mould is good. All the time we were building the body we had no Idea if 
we might have made a mistake someshere along the line, maybe a little to 
high or to long, the doors could be too far forward or back, or the Fire- 
wall end at wrong angle. We had little room in the garage to stand back 
and get a good view of the lines, a lot was left th ones imagination. So 
you could imagine how one was tempted to pull it out of the mould just to 
see if it fitted. I was able to wait a full week before removing the Body 
Shell. We wasted no time and sat the Body Shell on the Chhasis, it was 
a wonderful sight to see that we had made a near perfect fit with such 
primative methods, for there were no Plans, no Specifications and near to 
nothing of Equipment. 


The Resins are susceptible to light and heat, and the temperature was 
most important in the setting of the Resin or I should say Cureing. 

So as you may well imagine we had to pick the right day to do the 
Glassing. Of course we did a few small jobs to get our hend in. 

One was a Fibre-Glass Tray for a Cement Barrow with the same lay-up 

as we did on the body. It was put udder a rather strong test without 
our meaning it to happen. It came about when some bricks had to be 
moved, the barrow was borrowed. I came along a little while later and 
to my horror, there was an Italian laborour throwing from the back of 
a Tip Truck, Bricks into the Barrow, 2, 3, 4 at a time. I rushed over 
expecting to see it in a mess, but was pleased to say I let him con- 
tinue on. It stood the best test yet, for it is very light and 
strong and chemical resistant. 

The inside of the Body was made the same way as the outside, by 
first making the mould a Male, ind@ide of body shell, which was now 
sitting on the Chassis in it's correct position. Female mould was 
taken from it in piece mould form, assembled up-side-down and Glassed. 
It was left to cure for a week, then removed and laminated into shell 
in an upside-down position. The Floor of which was reinforced with 
5/8 ply and plenty of Glass. The Floor also carried the Body Mounting 
points. The Body is mounted on Rubber Blocks. 

All along I have referred to we, Rose my wife has done as much 
as any-one, and I have had the help of a good friend, Allen Smith, who 
is a proffesional Plasterer. 

By now you will be wondering what sort of a body it is, I like 
to call it a Close Coupled Open Tourer. Later I might get around to 
building a Hard-Top to suit. As you see I have kept this as simple 
as I possibly could. 
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